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Abstract 
The process of ensuring green mobility within created green cities is a demanding task, which often poses a number of decision-
making problems in the course of city management. On the one hand, it requires creating the idea of the green city. On the other 
hand, mobility should be ensured for every group of citizens. Thus, conditions for programming displacement should be 
established. Such a program should meet the expectations of citizens. Hence, the authors of this research decided to detect which 
mobility components ought to contribute to the idea of mobility in the city, in order to satisfy citizens' expectations. The research 
concerns Polish cities.  
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1. Introduction 
Functioning cities become subjects of developmental processes regardless of their economic situation or 
destruction, when 'city issues' begin to take an unfavorable (from the point of view of their purpose) trend. 
Nowadays, Polish cities are facing two developmental dilemmas, which can be consid-ered either independently or 
systemically. The first is the issue of adapting cities to changing residents' needs in terms of movement. It constitutes 
a symptom of city management's socialization. The point is that cities should care for residents so that movement 
 
 
* Corresponding author. E-mail address: szoltysek@ue.katowice.pl 
 2016 The Authors. Published by Elsevier B.V. This is an open access article under the CC BY-NC-ND license 
(http://creativecommons.org/licenses/by-nc-nd/4.0/).
Peer-review under responsibility of the organizing committee of Green Cities 2016.
499 Jacek Szołtysek and Rafał Otręba /  Transportation Research Procedia  16 ( 2016 )  498 – 509 
difficulties would not deteriorate the quality of living of any resident group. It may seem trivial, but today in Polish 
cities, when it comes to mobility; there are excluded groups (physi-cally disabled, elderly people). Moreover, despite 
a number of programs that are being implemented in Polish cities, the main motto of the concept of city mobility 
should be formed on the primacy of mobility implemented in any way, but not with the use of private transport, over 
means of private transport. Degrees of mobility as well as feeling of life quality are influenced by difficulties related 
to the access to space and movement fluctuation, complexity of route arrangement, travel modes and costs of space 
do-mesticating. 
Secondly, there appears an environmental dilemma. As it is known, exist-ing cities need to change as they grow. 
In particular, to maximize livability and minimize energy use and environmental impact, cities need to align the 
planning and provision of quality, high-capacity public transport with the provision of well-serviced high density, 
mixed-use development. Globally, cities account for about 70% of CO2 emissions, which comprise a significant 
share of global greenhouse gas emissions, the bulk of these being generated in the building and construction, urban 
transport, and energy sectors. Ultimately, reducing CO2 emissions in urban areas will require (i) lowering the rate at 
which buildings consume energy, both during construction and operation and maintenance; (ii) encouraging use of 
low carbon forms of transport; and (iii) adopting low-carbon means of energy production [Lind-field and Steinberg 
2012; VIII]. 
Both development of socially fair mobility as well as improvement of the quality of natural environment are 
related to the quality of residents' lives and, as a result of the perception of the quality, cities' development opportu-
nities. 
     It has been known for a long time that cities' development opportunities are directly related to residents' 
satisfaction resulting from all the functions exercised by cities. The efficiency of the functioning of cities in the real 
sphere, tied with the efficiency of overcoming a distance, is one of the di-mensions of the valorization of both cities 
themselves and the quality of life of their residents. Thus, understanding the determinants that affect the quality of 
life in the city and create a variety of dimensions of mobility al-lows to build the ideology of mobility. 
 
2. Mobility ideology 
 The main premise of the implementation of mobility is that any individual movement should be carried out along 
with associated risk and cost, ac-ceptable by an individual. In case where effort and/or cost are inadequate to benefits 
obtained in the course of movement, there is a possibility of cancel-ing the movement. Thus, the need will not be 
satisfied and the feeling of the quality of life will be deteriorated. 
Sometimes, however, the act of movement is necessary. Then, too much ef-fort and/or costs represent an obstacle 
as well as arduousness of mobility. 
Physical dimension of the mobility of individual (ability to cover a certain physical distance) may become 
significantly reduced as a result of emotional (mental) or physical trauma. Mostly people who are subjects to        
displacement are responsible for these reasons. 
Nevertheless, mobility limitations can originate in people's minds. They sometimes, unconsciously or as a result 
of lack of knowledge and common sense, pose difficulties for other people so that they have problems covering 
distances in the city or reaching public infrastructure facilities.  In Polish conditions people with mobility problems 
face limited mobility.  These limi-tations are in conflict not only with the current law, but also with common sense. 
They also put thousands of people, rich in potential, on the margin of the society. Any restriction of freedom beyond 
the person or their capability is a sign of a low level of culture of the society. These statements should be entered on 
a permanent basis to the philosophy of the city management. (Szołtysek 2016). In the political sense, the ideology 
begins to be replaced by the 'city-idea', which has its basic axiology. Namely, it consists of fair and democratic 
sustainable city development, tradition of human and citizen rights and freedom as well as tradition of democracy. 
The 'city-idea' is based on Polish and European law and libertarian and democratic tradition, which are not regarded 
as 'decoration' but are treated very seriously. Hence the im-portance of public participation, combining forms of 
direct and participatory democracy, whose main objective is the real co-decision about the city, which 
simultaneously constitutes enforcement of the 'right to the city'. (Merger, Pobłocki, Wudarski 2013, 38-39). It is 
necessary for mobility ide-ology to be integrated into the 'city-idea' and constitute a coherent program. As if it were 
500   Jacek Szołtysek and Rafał Otręba /  Transportation Research Procedia  16 ( 2016 )  498 – 509 
not enough, mobility ideology must deal with technocracy, ideology that was, for years, basic and officially 
dominated way of thinking about the city. Incidentally, technocracy consists in fragmentary understand-ing and 
treating the city. It is also the fact of managing the city as it was a company. Mobility ideology denies this approach. 
3. Green-city ideology 
As a new paradigm that promotes economic development while reducing environmental degradation and 
preserving natural resources, green growth provides an opportunity to rethink our economic development model. 
The traditional efficiency paradigm is giving way to a richer definition of socie-tal progress, where efficiency, equity 
and environmental sustainability are closely interrelated. Traditionally, economic efficiency was seen as a goal 
separate from equity and environmental objectives. Economic policy was basically assigned the role of reaching the 
efficiency frontier or maximizing growth rates. Governmental action addressing equity and environmental ob-
jectives was often designed to avoid interference with the search for effi-ciency. However, there is a growing 
uneasiness with this vision. Driven by the climate change debate, public opinion is increasingly questioning the 
sustainability of our development model and its replication in the developing world. The persistent and growing 
development gaps, both across and within nations, also lead to questions about the assumed separation between 
efficiency and equity objectives, notably in the context of a globalized world [Hammer at al 2011p.12]. The United 
Nations Development Program (UNDP) and Renmin University (2010) define an eco-city as “a city that provides an 
acceptable standard of living for its human occupants without depleting the ecosystems and biochemical cycles on 
which it depends.” An-other definition of the eco-city has identified it as “an ecologically healthy city. Such a city is 
the result of a healthy human ecological process leading to sustainable development within the carrying capacity of 
local ecosystems through changes in production modes, consumption behavior, and decision instruments that are 
based on ecological economics and systems engineer-ing” (Wang and Ye 2004; pp. 341–342). The development of 
eco-cities is tied to the three goals of eco-industry (industry metabolism, life-cycle pro-duction, resource 
conservation, and use of renewable energy), eco-scape  (built environment, open spaces, connectors, and maximizing 
accessibility, while minimizing resource use and urban problems), and eco-culture  (un-derstanding of the balance 
between humans and nature, and understanding of environmental ethics in order to enhance people’s contribution to 
main-taining a high-quality urban ecosystem). Others categorize eco-cities as eco-managed (e.g., new city, livable 
city, healthy city), eco-built (e.g., landscape city, garden city, green city), and integrated development (e.g., 
sustainable city, environment-friendly city, eco-city). 
4. Social needs and urban logistics 
The right to a city is not a straightforward permission to visit or to return to old-fashioned cities. It may only be 
formulated as the transformed and re-newed right to urban life. It does not matter whether the urban fabric en-
compasses the countryside and what has remained from rural life, provided that everything that is urban [l’urbain], 
the meeting place, the priority of use value, time promised by superiority over other goods inscribed into space has 
its morphological underpinning, its practical and sensory representation. This lies at the foundation of an integral 
theory of city and urban society, using resources of science and art (Lefebvre 2012: 195). Hence a certain 
relationship between a man and the city (understood as an environment) ex-ists. Environment provides to a man an 
adequate quality of life. Quality of life is commonly perceived as general wellbeing of people and the quality of 
environment they live in. There is not one, widely acknowledged definition of quality of life. Some researchers boil 
it down to personal wellbeing and satisfaction and happiness. The others to living conditions found in given place. 
When it comes to analyzing quality of life, scientists distinguish be-tween subjective and objective quality of life and 
use that distinction as a basis for deriving indicators and premises for research (Szołtysek 2008: 209-220). 
Implementation of the requirements for the desired quality of life can also be made by the city with use of city 
logistic tools, provided that the decisions are made in accordance with rules established by social logistic. Generally 
speaking, this means that while managing decision-making, eco-nomic objectives are subordinated to, taking 
precedence over them, social aims. In case of endangerment of social objectives, related to consistent pur-suit of 
imposed economic objectives, the latter should be ignored to a certain extent. Thus, the more important the social 
objective is, the more rights to ignore economic objectives the managing person has.  
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5. Necessity to get acquainted with attitudes and behavior 
Decision making in logistics involves creating projects, which could be rep-resented as a series of attributes, each 
described by certain characteristics. The purpose of those decisions is to shape flows of materials, to achieve 
physical availability of a material product under agreed terms.  Managing the flows, the central function of logistics, 
involves making adequate organ-izational and strategic decisions. Decision makers take into consideration a plethora 
of factors when making a decision. The driving force behind the mechanism of decision making are the 
consequences those decisions carry. They are considered in terms of satisfying key desires expressed by happi-ness, 
welfare, satisfaction, self-fulfillment, etc.  (Szołtysek 2014). One of the goals of urban logistics (shared with other 
areas of city management) is to shape transportation. In the opinion of the authors, this area is particularly important 
in increasing the probability of succeeding in implementing dis-cussed urban logistics policy. Persuading people to 
change their commuting and transport habits, especially in societies used to driving their own cars - not only to move 
around comfortably but also because sense of prestige owning a car can give - is an arduous task. Shaping transport 
behaviors is a process involving systematic, differential reinforcement of city dweller's behaviors, which are starting 
to resemble the desired, target behavior under-stood as preference of selected, logistically efficient modes of public 
transport promoted as main forms of transport.  Differential reinforcement means that preferred behaviors, falling 
into a certain category, are rewarded, whereas other behavior patterns previously rewarded or not penalized, are not 
reinforced anymore. As a consequence, the probability of a certain cate-gory of behavior developing increases, while 
other types of behavior become less likely. Shaping of modality is partially an outcome of shaping behavior, while 
behavior is partly shaped by the existing forms of transportation in the city. Such a process often requires a multi-
stage implementation. Instantaneous progress is very rarely observed. However, systematic intro-duction of new 
rules supports the development of desired behavior  (Szołtysek 2011:103-107). Such behavior should be in 
accordance with the aforementioned four rules of creating a livable city. First and foremost, the potential to walk 
around the city needs to be improved while incentives for such activity should be strengthened.  One could argue 
that I overlook the essence of public transport by promoting walking. Social needs, including those concerning 
mobility, could be effectively satisfied in cities thanks to support of logistics. 
 
Hence, the authors of this paper decided to check how inhabitants of Si-lesian cities assessed components of their 
quality of life – in the context of elements influencing their mobility. Identification of these issues and major social 
groups (mainly in the demographic dimension) that are carriers of certain values should allow for constructing 
effective communication with urban society in order to verify whether it is justifiable to implement measures that 
can improve their QoL as a result of their mobility improve-ments.  
6. Research methodology. 
The research that was conducted since 2014 aims at quality of life in a city and concentrates on inhabitants of 
cities located in Silesia. The research presented mainly focuses on providing multi-aspectual information about 
factors that influence a sense of quality of life in a city. To meet article objectives, aspects that concern the natural 
environment are selected from the group of all aspects subject to this research. 
The most important research problem may be formulated in the following way: Which relations may be observed 
between distinguished in the course of research proceedings aspects of assessment of the quality of life in a city and 
functioning of city inhabitants in their natural environment? While performing research exploration, it was decided 
to select the following detailed issues (P1, P2, etc.) along with their indexes that are of empirical measurement 
nature (W1,W2,W3 etc.) (compare Tab.1). 
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Table 1. Detailed issues and their indexes 
Detailed issues Indexes 
P1 Living 
conditions 
W1 Cleanliness of the natural environment 
W2 Organization of household waste management  
W3 Nature (green spaces) in the neighborhood 
W4 Noise burden 
P2 
Culture, 
physical 
culture 
W5 Accessibility of physical culture outlets  (gyms) 
W6 Opportunities for active sport cultivation     
W7 Organization of spaced used for meeting friends 
P3 Mobility 
W8 Prices of public transport tickets     
W9 Accessibility of bicycle routes     
W10 Quality of public transport 
W11 Conditions of waiting at bus stops (shelters, seating, wind 
stoppers, etc.)  
W12 Travel conditions (seating and standing places, crowd, 
cleanliness, temperature)     
W13 Separate lanes (for public transport)  
W14 Public transport concessions 
P4 Public 
space 
W15 Existence of a part of a city where people can meat others 
with no limitations (e.g. the Market Square in Kraków)  
W16 Is there sufficient space of this type to experience high 
quality of life?  
W17 Do you think it is necessary to increase the amount of this 
commonly available space? 
W18 Easy access to public space on foot, by bike, etc.  
W19 Easy access to public space by individual transport  
W20 Easy access to public space by public transport  
Source: Own. 
 Respondents also provided some research material in order to examine assessment of city management 
effects in a category of satisfaction of city inhabitants. Such effects may be useful while implementing the green city 
concept. The applied research method involving a diagnostic survey provided researchers with data concerning 
opinions of communities subject to this research. Apart from questions that were of problem-related nature, the 
survey questionnaire included demographics questions. Questions to be answered by respondents were of multiple-
choice nature. Assessment of strength of phenomena subject to this research was performed by means of the five 
grade Likert’s scale. The research population was subject to statistical analyses that employed basic statistical 
measures. Significance of correlation dependence was determined (analyzed by the Spearman’s significance test). 
7.  Characteristics of population subject to this research  
The results presented are part of wider studies.  
The research was carried out since the first half of 2014 and it involved a group of people whose age was 
diversified. The research involved people who were preparing to use urban space (below 25 years old) and who 
would create space to be used for functioning and meeting needs of people in pre-senior age (51-60) and senior age 
(60 plus). The groups of the most active citizens that create city space belong to group 26 – 50. In total 858 people 
were subject to this research. In total, 441 women (51.4%) and 404 men (47.7%) provided information about their 
sex. Statistical analyses of respondents’ age concerned data presented in Figure 2. People aged 21-31 and 51-60 
made up the largest population. The youngest respondent was 17 and the oldest one was 92. 
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Figure 1. Respondents’ age structure (liczba badanych – a number of respondents, wiek – age; i więcej – plus). 
Source: own. 
 According to the data collected, people with secondary education make up the largest group of respondents 
(304 persons, 35.4%) and with engineer degrees (274 persons, 31.9%). The master degree holders followed (216 
persons, 25.2%); people with primary or pre-secondary education (32 persons, 3.7%). 473 persons (55.1%) have got 
a child / children; 237 persons (27.6%) are singles and 583 of them are in relations.  
8. Assessment of the influence of environmental factors on the quality of life in a city  
8.1. Assessment of the influence of living conditions on the quality of life in a city  
Living conditions were firstly analyzed in the group of factors subject to the research into quality of life in a city. 
Taking into account the research concerning environmental factors, the following indexes were selected for the 
analysis in this context: 
x W1 – cleanliness of the natural environment, 
x W2 – organization of household waste management, 
x W3 – nature (green spaces) in the neighborhood, 
x W4 – noise burden. 
Figure 2 presents frequency distributions of indexes subject to this research along with responding curves of 
normal distributions. Analyses of the histograms below allow for concluding that in each case a small number of 
respondents believe that a particular index is not significant. Differences in presented graphs refer to value of the 
dominant that in case of W1, W2 and W3 amounted to 4. Only in case of the W4 index, the dominant value turned 
out to be 5, which means that this index was believed to be decisive for the assessment of the quality of life in a city.  
 
 
 
 
24 
365 
31 
105 
135 
61 
86 
28 
0
50
100
150
200
250
300
350
400
do 20 21-30 31-40 41-50 51-60 61-70 71-80 81 i
więcej
lic
zb
a 
ba
da
ny
ch
 
wiek 
504   Jacek Szołtysek and Rafał Otręba /  Transportation Research Procedia  16 ( 2016 )  498 – 509 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Figure 2. Living conditions 
incidence; cleanliness of the natural environment; organisation of household waste management; nature (green 
spaces) in the neighbourhood; noise burden 
Source: own. 
 
Arithmetic means of the results obtained turned out to be quite simi-lar. The lowest value was reached by the W2 
index (3.39) and the highest value was reached by the W3 index (3.95). W1 and W4 indexes reached the following 
means respectively 3.78 and 3.89. In all procedures remarkable values of standard deviations were obtained (from 
0.98 in case of W3 and 1.10 in case of W4), which means that there is large heterogeneity of the population subject 
to this research.  
Further part of the research analysis referred to assessment of inten-sity and correlation significance of indexes 
subject to this research with ref-erence to data provided by the demographic diagnostic survey. Additionally, 
correlation dependence between indexes subject to this research and city attractiveness along with respondents’ 
willingness to change their cities was examined. The results obtained while analyzing correlation relations are 
presented in Table 2. 
Table 2. Correlation relations between living conditions and dependent variables.  
Index Definition 
Correlations 
Dependent variable r p. i. 
W1 
Cleanliness of the 
natural environment  
 
Age ,091** ,008 
Sex -,074* ,032 
Level of education ,063 ,071 
Marital status ,047 ,181 
Assessment of city attractiveness ,083 ,018 
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Willingness to change a city ,035 ,313 
W2 Household waste 
management 
Age ,119* ,001 
Sex -,086* ,012 
Level of education ,018 ,601 
Marital status ,093** ,008 
Assessment of city attractiveness ,048 ,168 
Willingness to change a city ,048 ,160 
W3 
Nature (green 
spaces) in the 
neighborhood 
 
Age ,109** ,001 
Sex -,087* ,011 
Level of education -,002 ,945 
Marital status ,105* ,003 
Assessment of city attractiveness ,023 ,518 
Willingness to change a city ,087* ,012 
W4 
Noise burden 
 
Age ,193** ,000 
Sex -,028 ,423 
Level of education ,019 ,576 
Marital status ,105** ,003 
Assessment of city attractiveness ,056 ,112 
Willingness to change a city ,024 ,476 
r – value of Spearman’s rank correlation coefficient, p. i. – level of significance, * – level of significance 0,05, ** 
- level of significance 0,01. 
Analyzing assessment of significance of correlation relations, it is possible to draw the following conclusions: 
x  Respondents’ age is a variable that significantly influences all indexes that concern the natural environment 
in case of assessment of living conditions; positive dependencies mean that while growing older respondents 
who as-sess living conditions in a city pay more attention to aspects of the natural environment subject to 
this research, 
x  Respondents’ sex is a variable that is significantly correlated with assess-ment of natural environment 
cleanliness, organization of household waste management and nature (green spaces) in the neighborhood; it 
is necessary to note here that negative correlation would mean more willingness to pro-vide more positive 
assessments by women than by men and that only noise burden is not connected with respondents’ sex, 
x Respondents’ level of education does not affect assessment of significance of living conditions in the context 
of natural environment assessment, 
x Respondents’ marital status is a variable whose significance is not con-firmed only in case of assessment of 
the cleanliness of the natural environ-ment.  
None of the indexes subject to this research allows for concluding that a city is an attractive or unattractive place 
to live. This also means that the indexes subject to this research do not allow for concluding that living in a city is 
more attractive than living in the country. Only in case of assessing nature (green spaces) in the neighborhood 
correlation significance with will-ingness to change a city is reported.  
 
8.2.  Assessment of influence of inhabitants’ mobility on the quality of life in a city 
Results presented below concern inhabitants’ mobility. While assessing this aspect of life in a city the following 
factors were taken into consideration: 
x W8 - Price of public transport tickets, 
x W9 - Accessibility of bicycles routes, 
x W10 - Quality of public transport, 
x W11 - Conditions of waiting at bus stops (shelters, seating, wind stoppers, etc.) 
x W12 - Travel conditions (seating and standing places, crowd, cleanliness, temperature), 
x W13 - Separate lanes (for public transport), 
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x W14 - Public transport concessions. 
Table 3 presents characteristics of respondents’ assessments including an arithmetic mean ( ), dominant and 
standard deviation (δ).  
 
Table 3. Descriptive statistics of city inhabitants’ mobility. 
 
Source: own. 
It is possible to observe that the lowest mean assessment was given to the W9 index, and the highest one to W10. 
Only in case of the index that referred to accessibility of bicycle routes a dominant assessment reached the value of 
3; other indexes obtained the same value of a dominant: 4. The lowest diversification of assessment was observed in 
case of the following indexes: W10 and W12. The largest differences of respondents’ assessments were observed in 
cases of the following indexes: W14 and W9. 
Another part of this research referred to correlation relations like in case of the previously examined aspects. 
Results of this analysis are pre-sented in Table 4. 
Table 4. Correlation relations between city inhabitants’ mobility and dependent variables 
Index Definition 
Correlations 
Dependent variable r p. i. 
W8 
Price of public 
transport tickets 
Age -,003 ,931 
Sex -,053 ,127 
Level of education ,004 ,913 
Marital status -,016 ,638 
Assessment of city attractiveness -,062 ,077 
Willingness to change a city -,014 ,678 
W9 Accessibility of 
bicycle routes  
Age -,095** ,006 
Sex ,027 ,439 
Level of education ,074* ,034 
Marital status -,009 ,793 
Assessment of city attractiveness -,056 ,112 
Willingness to change a city ,058 ,090 
W10 Quality of public 
transport 
Age -,045 ,187 
Sex -,041 ,235 
Level of education ,037 ,286 
Marital status -,055 ,113 
Assessment of city attractiveness -,087* ,013 
Willingness to change a city ,070* ,041 
W11 Conditions of Age ,082* ,017 Sex -,095** ,006 
Index Definition 
Measures 
 
Dominant 
 
δ 
W8 Price of public transport tickets 3,64 4 1,13 
W9 Accessibility of bicycles routes 3,36 3 1,16 
W10 Quality of public transport 3,69 4 1,02 
W11 
Conditions of waiting at bus stops (shelters, seating, 
wind stoppers, etc.) 
3,53 4 1,10 
W12 
Travel conditions (seating and standing places, crowd, 
cleanliness, temperature)     
3,62 4 1,06 
W13 Separate lanes (for public transport)  3,38 4 1,10 
W14 Public transport concessions 3,59 4 1,22 
X
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waiting at bus stops 
(shelters, seating, 
wind stoppers, etc.),  
Level of education -,042 ,231 
Marital status -,005 ,890 
Assessment of city attractiveness ,044 ,206 
Willingness to change a city ,049 ,154 
W12 
Travel conditions 
(seating and standing 
places, crowd, 
cleanliness, 
temperature)  
Age ,074* ,031 
Sex -,073* ,034 
Level of education -,096** ,006 
Marital status -.019 ,578 
Assessment of city attractiveness ,012 ,740 
Willingness to change a city ,079* ,022 
W13 Separate lanes (for 
public transport) 
Age -,033 ,342 
Sex -,024 ,492 
Level of education -,030 ,386 
Marital status -,046 ,183 
Assessment of city attractiveness -,012 ,724 
Willingness to change a city ,058 ,090 
W14 Public transport 
concessions 
Age -,046 ,180 
Sex -,073* ,033 
Level of education -,073* ,036 
Marital status -,080* ,022 
Assessment of city attractiveness ,005 ,891 
Willingness to change a city ,038 ,275 
r – value of Spearman’s rank correlation coefficient, p. i. – level of significance, * – level of significance 0,05, ** 
- level of significance 0,01. 
Analyzing the above relations, it is possible to observe the following:  
x Respondents’ age is significant for younger respondents in case of accessibility of bicycle routes, for older 
respondents conditions of waiting at bus stops and travel conditions are significant,  
x Two factors mentioned above are significant for women; the same dependency concerns the index that refers to 
public transport concessions, 
x For people with a lower level of education, public transport concessions and travel conditions are significant for 
their assessment of mobility. In case of respondents with a higher level of education accessibility of bicycle 
routes is an important index to be used while assessing mobility of city inhabitants, 
x Marital status demonstrates a significant correlation relation with the index that refers to public transport 
concessions. 
 Only quality of public transport is an index that significantly influences assessment of city attractiveness. 
The same index may be a factor that encourages respondents to change their place of residence. The same applies to 
travel conditions. 
 The aim of the final stage of the analysis was to evaluate the correlation between living conditions based on 
the correlation between living conditions (W1-W4) and mobility (W8-W14) of citizens of Silesian Voivodeship.  
The results of the above-mentioned analysis are presented in Table 5.  
Table 5. Correlation relations between living conditions and city inhabitants’ mobility  
 Index W8 W9 W10 W11 W12 W13 W14 
W1 r ,214** ,197** ,251** ,291** ,279** ,166** ,251** 
p.i. ,000 ,000 ,000 ,000 ,000 ,000 ,000 
W2 r ,117** ,138** ,117** ,208** ,190** ,107** ,149** 
p.i. ,001 ,000 ,001 ,000 ,000 ,002 ,000 
W3 r ,104** ,151** ,183** ,239** ,261** ,162** ,181** 
p.i. ,002 ,000 ,000 ,000 ,000 ,000 ,000 
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W4 r ,243** ,163** ,243** ,316** ,295** ,143** ,183** 
p.i. ,000 ,000 ,000 ,000 ,000 ,000 ,000 
r – value of Spearman’s rank correlation coefficient, p. i. – level of significance, ** - level of significance 0,01. 
Source: own 
The results presented above lead to the conclusion about significant correlation in all the examined aspects. 
However, it intensity differs. Cleanliness of the natural environment (W1), organization of household waste 
management (W2) and noise burden (W4) are the most related to variable W11 (Conditions of waiting at bus stops). 
The variable nature (green spaces) in the neighborhood (W3) shows the strongest correlation with W12 (Travel 
conditions). Matrix of rotation components, presented below (Table 6), which was used in the factor analysis survey, 
leads to the conclusion about uniformity of surveyed aspects: living conditions and mobility of citizens in Silesian 
Voivodeship. 
 
Table 6. Matrix of rotation components 
   
 
     Source: own 
Results of the analysis suggest that living conditions constituted by variables W1-W4, whereas mobility is 
described by variables W8-W14. 
9. Conclusions 
On the basis of conclusions that stem from the statistical analyses performed it is possible to state the following: 
x From the point of view of theoretical studies, it can be stated that there is a number of common features between 
green mobility and the idea of the green city. To some extent they determine a joint action and convergence of 
the results. 
x Both mobility and environment area were presented as development dilemmas. In spite of the aforesaid common 
features, areas in Polish cities remain mutually incompatible as long as the ideology of green city and green 
mobility are not developed 
x In order to get support for the ideological changes towards green (sustainable) life, there should be introduced 
programs aimed at changing the idea of sustainable development. Therefore, both citizens' views and beliefs 
should be identified. This article presents a part of the survey related to opinions on easily noticeable aspects of 
 Component 
1 2 
W1 ,203 ,724 
W2 ,067 ,617 
W3 ,112 ,719 
W4 ,213 ,687 
W8 ,710 ,060 
W9 ,439 ,202 
W10 ,686 ,161 
W11 ,691 ,266 
W12 ,726 ,223 
W13 ,637 ,052 
W14 ,729 ,102 
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mobility and environmental economy in the city. Such an adaption of the research overview facilitates realism of 
results. 
x Separate components of quality of life related to environmental aspects are of much importance for respondents 
although the importance varies. 
x The research confirmed significant differences in age groups, and - relatively frequently –in groups of 
respondents divided by sex. It turns out that the older respondents get, the more attention they pay to aspects of 
the natural environment subject to this research while analyzing the quality of life in a city. However, it is 
necessary to note that a majority of aspects subject to this research are more important for women than for men.  
x Respondents’ education plays a smaller role in assessing significance of aspects of the natural environment. It 
should be highlighted that the level of education does not influence assessment of significance of living 
conditions. 
x Preferences concerning assessment of significance of selected aspects of the natural environment are reported in 
case of singles. 
x Only some of the aspects of the natural environment subject to this research should be connected with 
assessment of city attractiveness and some willingness to change a city. As the research confirms, living 
conditions do not belong to this group. 
On the one hand, the above findings may be used to evaluate the level of acceptability of changes to be 
implemented in activities that aim at accomplishing the status of the Green City in different groups of inhabitants. 
On the other hand, they may be used as some basis for building a system of promoting changes made towards the 
Green City direction.  
 Analysis based on the correlation may also help city authorities to create appropriate conditions related to 
building the concept of green urban space. Accessibility to cycling routes for young citizens should be increased. As 
far as elderly citizens are concerned, they would appreciate conditions of traveling by public means of transport as 
well as waiting at city transportation stops. Elderly women pay more attention to the environmental aspect in its 
every surveyed area. In practice, evaluation of the quality of public transport and travel conditions will constitute an 
important reason of changing place of living while creating the concept of green urban area. Those variables should 
be taken into particular account by city authorities. Another recommendation concerns the conditions of waiting at 
city transportation stops. In that case, aspects like cleanliness of the environment as well as the level of noise should 
be taken into consideration. 
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